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(57) ABSTRACT 
An apparatus for generating flight-optimizing trajectories for 
a first aircraft includes a receiver capable of receiving second 
trajectory information associated with at least one second 
aircraft. The apparatus also includes a traffic aware planner 
(TAP) module operably connected to the receiver to receive 
the second trajectory information. The apparatus also 
includes at least one internal input device on board the first 
aircraft to receive first trajectory information associated with 
the first aircraft and a TAP application capable of calculating 
an optimal trajectory for the first aircraft based at least on the 
first trajectory information and the second trajectory infor-
mation. The optimal trajectory at least avoids conflicts 
between the first trajectory information and the second tra-
jectory information. 
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US 8,977,482 B2 
METHOD AND APPARATUS FOR 
GENERATING FLIGHT-OPTIMIZING 
TRAJECTORIES 
CROSS-REFERENCE TO RELATED PATENT 
APPLICATION(S) 
This patent application claims the benefit of and priority to 
U.S. Provisional Patent Application Ser. Nos. 61/540,008, 
filed on Sep. 28, 2011; and 61/683,912, filed on Aug. 16, 
2012; the contents of each are hereby incorporated by refer-
ence in their entirety. 
STATEMENT REGARDING FEDERALLY 
SPONSORED RESEARCH OR DEVELOPMENT 
The invention described herein was made by employees of 
the United States Government and may be manufactured and 
used by or for the Government of the United States of 
America for governmental purposes without the payment of 
any royalties thereon or therefore. 
BACKGROUND OF THE INVENTION 
1. Field of the Invention 
The present patent application concerns a method and 
apparatus that generates flight-optimizing trajectory(ies) for 
aircraft to facilitate the operation of such aircraft. More spe-
cifically, the present invention provides an apparatus and 
method to improve the likelihood of submitting an approv-
able trajectory change request. 
2. Description of Related Art 
As should be apparent to those skilled in the art, requests 
for trajectory changes are regularly made by pilots to air 
traffic controllers during flight. 
As also should be apparent to those skilled in the art, 
requests for trajectory changes are more likely to be approved 
if the requested trajectory does not conflict with trajectories 
of other traffic aircraft. 
In addition, approvable trajectory change requests may 
benefit the aircraft operator by increasing the portion of the 
flight flown on or near a desired trajectory, thereby accom-
plishing various operator objectives for the flight such as 
maximizing fuel efficiency, minimizing flight time, and/or 
reducing the impact of turbulence on ride quality. 
Approvable trajectory changes also may benefit the air 
traffic controllers by reducing their workload through reduc-
tion of non-approvable trajectory change requests. 
While these basic tenets of aviation travel are well under-
stood, under current aviation protocols, requests for trajec-
tory changes are generated only by pilots and flight crews and 
are considered for approval only by authorized air traffic 
controller personnel. 
To date, a system and method for helping the pilot to 
identify opportunities for requesting an approvable trajectory 
change that achieves the aircraft operator's flight optimizing 
objectives remains unavailable. 
BRIEF SUMMARY OF THE INVENTION 
The present invention provides a system and method for 
assessing the approvability of requests for trajectory changes 
made by pilots during flight. 
The present invention has, as one of its features, the ability 
to increase the likelihood of Air Traffic Control ("ATC") 
2 
approval of a pilot's trajectory change request through the 
intelligent use of airborne surveillance information, among 
other, selected variables. 
According to the present invention, a desired trajectory 
5 may be determined by the aircraft operator and may be char-
acterized by a combination of route, altitude, and air speed 
producing, inter alia, a minimum fuel usage, a minimum 
flight time to the aircraft's destination, or a selected balance 
between fuel usage and flight time. Other trajectory attributes 
io of interest may include minimum turbulence, minimum delay 
in establishing a normal routing following a deviation due to 
weather, or a desired time of arrival. 
In one embodiment, the present invention improves the 
efficiency or other user-desired attributes of the flight, while 
15 minimizing the burden on or potentially benefiting the air 
traffic controller. 
The present invention includes, but is not limited to, the use 
of on-board automation to formulate optimal and conflict-
free trajectory change requests. "On-board" refers to the loca- 
20 tion of the automation on (or within) an aircraft. 
The present invention also includes, but is not limited to, 
automation shared between the aircraft and a non-aircraft-
based facility to formulate optimal and conflict-free trajec-
tory change requests. The non-aircraft-based facility may be 
25 a ground station. 
In one aspect, the present invention contemplates that the 
automation (1) probes trajectory changes for conflicts with 
nearby, known traffic, (2) provides pilot awareness of whether 
proposed trajectory changes may conflict with known traffic, 
3o and (3) computes modifications to the current trajectory or to 
the desired trajectory change that optimize fuel efficiency or 
other user-specified flight goals within the constraints of traf-
fic, known hazards (e.g., convective weather), and the aircraft 
flight envelope. 
35 	 It is contemplated that the automation may operate in either 
or both of two modes of operation: (1) automated monitoring 
for opportunities and (2) pilot-initiated use, which is also 
referred to as a manual mode of operation. 
In the mode of automated monitoring for opportunities 
40 (automatic mode), the automation periodically probes for 
traj ectory changes that improve flight efficiency or other user-
desired attributes and that do not conflict with nearby known 
traffic. The automation displays identified opportunities to 
the pilot. If any of these opportunities are desired, the pilot 
45 issues the request to the ATC using standard procedures, 
either by voice or by data link. 
In the pilot initiated use mode (manual mode), the pilot 
enters a desired trajectory change, and the automation probes 
the entered trajectory change for traffic conflicts. If the auto- 
50 mation determines the entered trajectory change would con-
flict with nearby, known traffic, the pilot is notified, and the 
pilot may use the automation to identify a modified trajectory 
change that is free of any known conflicts. Again, if the 
resulting trajectory change is desired, the pilot issues a 
55 request to ATC using standard procedures, either by voice or 
by data link. 
In both modes, the automation may provide an additional 
function of adjusting the trajectory change request to use 
named waypoints or other means to facilitate voice commu- 
6o nication of the request to ATC. 
It is contemplated that the present invention allows for use 
via currently-existing modes of communication and surveil-
lance. 
The present invention also allows for use of modes of 
65 communication and surveillance that may exist in the future. 
With respect to modes of communication and surveillance 
that are existing, the present invention contemplates reliance 
US 8,977,482 B2 
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on radio communication. Given that radio (i.e., radio tele-
phony) is contemplated to be relied upon for communication 
and surveillance for the foreseeable future, the present inven-
tion contemplates that radio will continue to be the primary 
vehicle for modes of communication and surveillance, just as 5 
radio telephony is used today. 
With respect to modes of communication and surveillance 
that may be provided in the future, the present invention 
contemplates reliance on data links and other forms of wire-
less data transmission and reception that are not considered 10 
standard on aircraft existing today. Data transmission, 
whether by voice or with respect to data transmission 
(whether analog or digital) may be provided by radio com-
munication modes, as noted above. 15 
In addition, while radio is contemplated for data transmis-
sion and reception, other modes may be employed, including 
optic modes, such as laser light or other suitable alternatives. 
It is contemplated that the present invention also will allow 
for use in airspace, or during time frames, where modes of 20 
communication and surveillance are slightly delayed. A slight 
delay is considered to be as small as a few seconds or as long 
as a few minutes. Typically, delays are limited to a minute or 
less, but longer delays are contemplated to fall within the 
scope of the present invention. 25 
One aspect of the present invention provides for an appa-
ratus for generating at least one flight-optimizing trajectory 
for a first aircraft. The apparatus includes a receiver that is at 
least capable of receiving second trajectory information asso-
ciated with one or more second aircraft. The apparatus also 30 
includes a traffic aware planner (TAP) module operably con-
nected to the receiver to receive the second trajectory infor-
mation. The apparatus also includes at least one internal input 
device operably connected to the TAP module to provide first 
trajectory information associated with the first aircraft. The 35 
apparatus further includes a TAP application capable of cal-
culating an optimal trajectory for the first aircraft based at 
least on the first traj ectory information and the second traj ec-
tory information. The optimal trajectory at least avoids con-
flicts between the first trajectory information and the second 40 
trajectory information. 
In one contemplated embodiment, the present invention 
also includes an aircraft surveillance and communication 
(ASC) module in communication with the TAP module, 
where the receiver is incorporated into the ASC module. 45 
It is also contemplated that the present invention provides 
an apparatus where the ASC module is disposed on the first 
aircraft. 
In one contemplated embodiment of the present invention, 
the TAP module is disposed on the first aircraft. 	 50 
In a further contemplated embodiment of the present 
invention, both the ASC module and the TAP module are 
disposed on the first aircraft. 
In addition, the present invention contemplates that the 
ASC module is an automatic dependent surveillance broad- 55 
cast (ADS-B) module. 
The present invention also contemplates the inclusion of a 
transmitter, permitting transmission of first trajectory infor-
mation associated with the first aircraft. The transmitter may 
be integral with the ASC module. 60 
In a contemplated embodiment of the present invention, an 
internal input device is included, which may be selected from 
an onboard weather radar, a turbulence sensor, an onboard 
terrain sensor, an onboard database, a pilot input interface, or 
a flight management system. The term "device" is intended to 65 
encompass any hardware and/or software that provides the 
functionality associated with the listed devices.  
4 
Another contemplated embodiment of the present inven-
tion includes at least one external input device operably con-
nected to the TAP module. The at least one external input 
device may be one of a global positioning system (GPS) 
station, a GPS satellite, a positional data station, a weather 
station, an airport data station, an aircraft data station (other-
wise referred to as a "traffic data station"), or a corporate 
information module. 
It is also possible that the TAP module includes a group 
comprising a trajectory calculation module, a hazard assess-
ment module, a constraint evaluation module, a trajectory 
change module, a conflict probe module, a trajectory optimi-
zation module, a trajectory change resolution module, a voice 
request conversion module, a traj ectory acceptability module, 
an opportunity availability module, an ATC request verbiage 
module, or a data fusion module. 
Another embodiment of the present invention provides for 
a method for generating at least one flight optimizing trajec-
tory for a first aircraft. The method combines a number of 
steps including: (1) receiving flight data for the first aircraft, 
(2) receiving at least one four dimensional (4D) trajectory 
estimate for at least one second aircraft, (3) receiving at least 
one 4D volume to avoid by the first aircraft, (4) receiving at 
least one 4D wind prediction, (5) receiving at least one 4D 
external constraint, (6) calculating a trajectory for the first 
aircraft using at least one model associated with the first 
aircraft, and (7) determining if optimization criteria are met. 
The present invention also contemplates that the flight data 
includes flight plan data, flight mode data, guidance mode 
data, weight, or thrust limits for the first aircraft. 
In one contemplated embodiment, the at least one 4D tra-
jectory estimate includes a plurality of 4D trajectory esti-
mates, one for each second aircraft. 
In another contemplated embodiment, the 4D volume to 
avoid includes a plurality of 4D volumes to avoid. 
It is also contemplated that the 4D volumes to avoid include 
at least weather. 
With respect to the present invention, the at least one 4D 
external constraint may include an external constraint from 
air traffic control, an external constraint imposed by the car-
rier for the first aircraft, or an external procedural constraint. 
In the method of the present invention, at least one model 
associated with the first aircraft may be an airframe perfor-
mance model or an engine performance model. 
It is contemplated that the optimization criteria includes 
fuel efficiency of the first aircraft or minimum travel time to 
destination or a weighted combination of these. 
In addition, if optimization criteria are not met, the present 
invention may include the steps of: (8) perturbing a previous 
best trajectory for the first aircraft to generate a perturbed 
trajectory for the first aircraft, (9) adjusting the perturbed 
trajectory to be compatible with at least one voice request, 
(10) evaluating the perturbed trajectory to determine if con-
flicts with the perturbed trajectory exist, and (11) if conflicts 
with the perturbed trajectory exist, returning to step (8). 
If conflicts with the perturbed trajectory do not exist, the 
present invention contemplates including the additional steps 
of: (12) determining if the perturbed trajectory is within an 
operational envelope of the first aircraft, and (13) if the per-
turbed trajectory is not within the operational envelope of the 
first aircraft, returning to step (8). 
If the perturbed trajectory is within the operational enve-
lope of the first aircraft, the method further includes the steps 
of: (14) comparing the perturbed trajectory to the previous 
best trajectory for the first aircraft, (15) determining if the 
perturbed trajectory is superior to the previous best trajectory, 
US 8,977,482 B2 
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and (16) if the perturbed trajectory is not superior to the 
previous best trajectory, returning to step (7). 
In the method of the present invention, it is contemplated 
that the comparison of the perturbed trajectory to the previous 
best traj ectory for the first aircraft is performed using a fitness 
function. 
If the perturbed trajectory is superior to the traj ectory or the 
previous best trajectory, the present invention contemplates 
the additional steps of: (17) setting the perturbed trajectory as 
the best trajectory, and (IS) returning to step (7). 
Further aspects of the present invention will become appar-
ent from the discussion that follows. 
BRIEF DESCRIPTION OF THE SEVERAL 
VIEWS OF THE DRAWING(S) 
The present invention is described in connection with the 
drawings appended hereto, in which: 
FIG.1 is a graphical representation of an airplane equipped 
with the apparatus of the present invention; 
FIG. 2 is a graphical representation of a system involving 
two aircraft equipped with the apparatus of the present inven-
tion; 
FIG. 3 is a graphical overview of a first contemplated 
embodiment illustrating the connections between various 
components of the apparatus of the present invention; 
FIG. 4 is a graphical overview of a second contemplated 
embodiment illustrating the connections between various 
components of the apparatus of the present invention; 
FIG. 5 is a graphical overview of a third contemplated 
embodiment illustrating the connections between various 
components of the apparatus of the present invention; 
FIG. 6 is a graphical overview of a fourth contemplated 
embodiment, illustrating the connections between various 
components of the apparatus of the present invention; 
FIG. 7 is a graphical overview of a fifth contemplated 
embodiment, illustrating the connections between various 
components of the apparatus of the present invention; 
FIG. 8 is a graphical overview of a sixth contemplated 
embodiment, illustrating the connections between various 
components of the apparatus of the present invention; 
FIG. 9 is a graphical overview of various components, 
internal to the aircraft, that are contemplated to communicate 
with the apparatus of the present invention; 
FIG. 10 is a graphical overview of various components, 
external to the aircraft, that are contemplated to communicate 
with the apparatus of the present invention; 
FIG. 11 is a graphical overview of one aspect of the present 
invention, the traffic aware planner application, which is con-
templated to encompass a plurality of individual modules 
therein; 
FIG. 12 is a graphical representation of the operation of the 
present invention, indicating a conflict associated with a 
change in altitude; 
FIG. 13 is a graphical representation of the operation of the 
present invention, indicating resolution of a combination of 
trajectory and weather conflicts; 
FIG. 14 is a graphical representation of one contemplated 
overview for the present invention, providing a pictorial sum-
mary of aspects of the present invention; 
FIG. 15 is a graphical representation of a first part of one 
contemplated embodiment of a method according to the 
present invention; 
FIG. 16 is a graphical representation of a second part of the 
method; 
In the discussion that follows, the present invention is 
described in connection with one or more embodiments that 
io are illustrative of the scope of the present invention. While 
some embodiments of the invention have been herein illus-
trated, shown and described, it is to be appreciated that vari-
ous changes, rearrangements and modifications may be made 
therein, without departing from the scope of the invention as 
15 defined by the appended claims. It is intended that the specific 
embodiments and configurations are disclosed for practicing 
the invention, and should not be interpreted as limitations on 
the scope of the invention as defined by the appended claims 
and it is to be appreciated that various changes, rearrange- 
20 ments and modifications may be made therein, without 
departing from the scope of the invention as defined by the 
appended claims. 
As should be apparent to those skilled in the art, aircraft 
operating under Instrument Flight Rules ("IFR") must fly 
25 trajectories approved by Air Traffic Control (`ATC"). The 
approved trajectory flown by an IFR aircraft is generally the 
trajectory originally specified in a flight plan, as modified by 
any subsequent ATC clearance received for changes in the 
flight plan prior to takeoff, and/or as changed or negotiated 
so and approved by the ATC after takeoff, during the flight. In 
other words, an IFR aircraft trajectory may be altered before 
and during flight. 
As should be apparent to those skilled in the art, the trajec-
tory approved for a particular aircraft often does not coincide 
35 withthe most efficient or the most preferred trajectory forthat 
aircraft. Flight planning and flight plan selection and filing 
often result in less desirable trajectories being established 
prior to departure. Less desirable trajectories result from 
combinations of variables including non-optimal routes, 
4o regulatory altitude and speed restrictions (i.e., those of a 
general nature, including those imposed by aviation regula-
tions), altitude restrictions issued by ATC before or during the 
flight, speed restrictions issued by ATC before or during the 
flight, changing conditions during the flight, and/or changing 
45 aircraft operator priorities during the flight. 
Some causes of in-flight priority changes include unantici-
pated weather patterns, convection, or turbulence develop-
ment. Other causes include the need to make up time as a 
result of an earlier reroute to avoid traffic or weather, the need 
50 to delay arrival at the destination due to traffic congestion or 
similar delays, and/or the need to increase altitude as fuel is 
burned to improve operational efficiency. As a result of one or 
more of these variables, pilots occasionally have a need or 
desire to change their trajectory while in flight. The desired 
55 change may be a revised lateral route, a climb or descent to a 
different altitude, a change in airspeed, or a combination of 
these parameters. The desired change may be of a temporary 
nature, e.g., a heading change to avoid weather, or a long-term 
nature, e.g., a diversion to an alternate airport or destination. 
60 Because ATC has responsibility to separate IFR aircraft, 
ATC maintains authority over the trajectories of all IFR air-
craft in controlled airspace. IFR pilots are not permitted to 
make changes to an approved trajectory without first receiv-
ing permission for any such change from ATC. 
65 	 Operationally, the procedure for requesting a trajectory 
change is well established and commonly used in practice. 
The pilot prepares the request and, at the appropriate time, 
6 
FIG. 17 is a graphical representation of a third part of the 
method; and 
FIG. 18 is a graphical representation of a fourth part of the 
method. 
DETAILED DESCRIPTION OF THE INVENTION 
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communicates the request to the air traffic controller. The 	 equipment. Aircraft communication and surveillance mod- 
controller assesses the request, taking into account nearby 	 ules include, but are not limited to, devices such as an Auto- 
traffic and other factors. If the trajectory change does not 	 matic Dependent Surveillance Broadcast (`ADS-B"). The 
present a conflict with traffic or other factors, the air traffic 	 second element is development of onboard automation, spe- 
controller issues an approval. In other instances, the air traffic 5 cifically processing software, capable of performing accurate 
controller may issue an amendment to a trajectory, a deferral 	 trajectory probing, aircraft performance, and/or cost-based 
of the request, or a denial of the request. The pilot then 	 optimization computations to aid in the identification and 
proceeds as instructed. 	 formulation of optimal conflict-free trajectory requests. 
The present invention seeks to provide, among other fea- 	 ADS-B receivers provide aircraft with access to specific, 
tures, a system and method that increases the probability of io helpful information that may be used to help formulate tra- 
having a trajectory change approved by ATC. To support this 	 jectory change requests that avoid other aircraft and therefore 
feature, the present invention contemplates one or more 	 are more likely approvable by ATC. In particular, ADS-B 
modes to provide additional information relevant to a deter- 	 receivers receive timely and accurate traffic surveillance 
mination of an approvable trajectory request. The additional 	 information with respect to other aircraft in the immediate 
information may include information about the proximity and 15 vicinity. ADS-B receivers acquire this surveillance data from 
trajectories of neighboring aircraft, for example, among other 	 one of two potential sources, among others (including, for 
types of information that may be available in connection with 	 example, satellites and the Internet): (1) nearby aircraft 
a particular flight trajectory. 	 equipped withADS-B transmitters and (2) ground-based sys- 
As matters currently stand, flight crews often lack up-to- 	 tems such as a Traffic Information Service Broadcast (or 
date information about neighboring aircraft. Without this 20 TIS-B). The combination of information from these two 
information, a pilot is unable to consider how a particular 	 sources provides a portrait of the traffic situation proximate to 
trajectory change request will be received by an air traffic 	 an aircraft. 
controller. Often, trajectory change requests are denied, 	 The portrait of the traffic situation proximate to an aircraft 
because the air traffic controller determines that there is a 	 depends upon the completeness of the available information. 
conflict between the trajectory associated with the trajectory 25 It is contemplated that the present invention will operate with 
change request and the trajectory of another aircraft. In other 	 a partial portrait of the traffic situation proximate to the air- 
words, the requested trajectory change may place two aircraft 	 craft. It is contemplated in the future that all aircraft may be 
into close proximity, thereby violating protocols for the 	 provided with suitable functionality to generate a nearly com- 
appropriate distances between aircraft in a given airspace. 	 plete (or even a complete) portrait of the traffic situation 
As should be apparent, disapproved trajectory change 30 proximate to the aircraft. 
requests are an operational detriment to everyone involved. 	 Processing software, which is the second element noted 
Disapproved trajectory change requests increase the work- 	 above, is capable of performing trajectory optimization com- 
loads both for the pilot and the air traffic controller, contribute 	 putations to aid in the identification and formulation of opti- 
to radio frequency congestion, and/or prevent pilots from 	 mal conflict-free trajectory requests. The software automa- 
assuming more desirable trajectories for their aircraft. 	 35 tion computes new trajectories based on optimization criteria 
In addition, when the flight crew does not have available 	 provided by the pilot. The processing software also uses 
information relevant to the selection of a suitable trajectory, 	 information from uplinked weather services and on-board 
conflict-free opportunities for improving the trajectory are 	 weather radar to identify potential weather hazards to be 
likely to remain undiscovered by pilots. Simply, the lack of 	 avoided. 
onboard traffic information and automation to compute 40 	 When combined together, the aircraft surveillance and 
improved trajectory changes interferes with trajectory opti- 	 communication module and the processing software generate 
mization. 	 information that may be of great assistance to a pilot and the 
As should be apparent to those skilled in the art, some 	 aircraft's flight crew. As a general rule, the pilot is considered 
pilots are able to make a rough assessment of the traffic 	 to be a part of the flight crew. Therefore, reference herein to 
around them by listening to radio frequency communications 45 the "crew" includes the pilot. Where reference is made to the 
and looking at collision-avoidance displays. Moreover, expe- 	 pilot only, it should be understood that the term "pilot" is not 
rienced pilots who fly particular routes with regularity may 	 intended to be limiting of the present invention but may also 
have familiarity withthe general traffic patterns in a particular 	 refer to any member of the flight crew. 
geographic area at particular times of day. Despite this, the 	 With respect to a first embodiment, FIG. 1 illustrates the 
accuracy and information content from various "informal" 50 one general approach contemplated by the present invention. 
sources are generally insufficient to aid in formulating 	 Specifically, FIG.1 illustrates an individual TASAR installa- 
requests that have a high likelihood of ATC approval. There- 	 tion 10, when TASAR is embodied on the flight deck of an 
fore, pilots are more likely to either make the request irre- 	 aircraft 14. TASAR is the acronym used in connection with 
spective of traffic or to withhold the request altogether. 	 the present invention, otherwise known as "Traffic Aware 
Other factors also discourage pilots and flight crews from 55 Strategic Aircrew Requests." 
optimizing an aircraft's flight trajectory. For example, flight 	 In one contemplated embodiment, the TASAR installation 
crews typically do not have access to tools that may assist 	 10 combines a TASAR module 12 with an aircraft 14. In a 
with evaluating an aircraft's fuel efficiency. As a result, flight 	 second contemplated embodiment, the TASAR installation 
crews typically rely on generalizations, rules of thumb, prior 	 10 may include components both on the aircraft 14 and situ- 
experience, or intuition to estimate the fuel efficiency of one 6o ated at a non-aircraft location, such as a ground-based station. 
flight trajectory versus another. This results in many lost 	 In a third contemplated embodiment, the TASAR installa- 
opportunities to identify the most beneficial trajectory change 	 tion 10 may be positioned at a non-aircraft location, such as a 
request to optimize aircraft operation. 	 ground-based station. In this embodiment, the aircraft 14 may 
The present invention is made possible in part due to at 	 interface with the ground-based installation. 
least two technology elements that have been in use or have 65 	 In a variation of these embodiments, it is contemplated that 
been introduced in recent years. The first is the emergence of 	 the TASAR installation 10 may be shared with a satellite or 
aircraft surveillance and communication modules and/or 	 other airborne (or space-based) components without depart- 
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ing from the scope of the present invention. In other words, 	 As indicated above, the communication and surveillance 
the TASAR installation 10 may benefit from a distributed 
	
function of ASC module does not need to include both a 
architecture, where components at disparate locations coop- 	 transmitter and a receiver 16. For example, it is contemplated 
erate together. 	 that the aircraft 14 may incorporate an ASC module 20 that 
In connection with the present invention, TASAR also may 5 includes only a receiver 16 and not a transmitter. In this 
be referred to by those skilled in the art as "Traffic Aware 	 alternative configuration, the aircraft 14 is contemplated to 
Strategic User Requests" ("TASUR"). Both monikers are 	 transmit data and information via an integral transmitter or 
intended to refer to the present invention and, for purposes of 	 via one or more devices that are available for communication 
the instant discussion, are considered equivalents or varia- 	 on the aircraft 14. For example, the aircraft 14 may receive 
tions of one another, as should be apparent to those skilled in io and transmit information via a receiver/transmitter (i.e., a 
the art. 	 communications radio) that is not a component of the surveil- 
As shown in this illustrated embodiment, the TASAR mod- 	 lance and communication function of ASC module 16. 
ule 12 combines a receiver 16 that connects to and is in 	 One embodiment of the TASAR system 20 of the present 
communication with a trajectory software module 18, also 	 invention is illustrated in FIG. 2. In this illustration, two 
referred to herein as a TAP ("Traffic Aware Planner") module 15 aircraft 14, 22 are shown in graphic format in positional 
18. 	 relation to one another. The aircraft 14 is equipped with a 
As discussed herein, the receiver 16 may be a part of an 	 TASAR module 12. The aircraft 22 may or may not be 
aircraft surveillance and communication module 20 (referred 	 equipped with a TASAR module 12. The aircraft 14, 22 are 
to herein as an ASC module" 20). An aircraft surveillance 	 capable of transmitting and receiving trajectory information 
and communication module 20 combines a surveillance mod-  20 with one another via one or more wireless, aircraft-to-aircraft, 
ule 23 together with a communications module 25. The com- 	 communication channels 24. The aircraft-to-aircraft commu- 
munications module 25 includes at least the receiver 16. The 	 nication channel 24 may be a dedicated channel or may be a 
communications module 25 also may include a transmitter 	 channel shared with other communications, as should be 
(not shown). The surveillance module 25 provides surveil- 	 apparent to those skilled in the art. 
lance functionality with respect to surveying other aircraft 25 	 As a point of clarification, it is noted that the aircraft 14, 22 
proximate to the aircraft 14. 	 are not contemplated to coordinate operation with respect to 
An ADS-B transmitter/receiver represents one contem- 	 one another. Each of the aircraft 14, 22 operates indepen- 
plated embodiment of the aircraft surveillance and commu- 	 dently from the other. While one aircraft 14 receives data 
nication module 20. An ADS-B transmitter/receiver, there- 	 about the other aircraft 22 via the communication channel 24, 
fore, should not be considered to be limiting of the scope of 30 the other aircraft 22 need not receive information about the 
the present invention. 	 first aircraft 14 in order for aircraft 14 to practice TASAR. In 
For simplicity of the discussion that follows, the aircraft 	 other words, there is no requirement for practicing the present 
surveillance and communication module 20 is referred to as 	 invention on both aircraft 14, 22 simultaneously. 
theASC module 20. The hardware and/or software module 18 
	
With respect to FIG. 2, it is noted that the TASAR system 
is referred to as the TAP module 18. 	 35 20 of the present invention is contemplated to operate with 
With respect to the embodiment illustrated in FIG. 1, the 	 multiple aircraft 14, 22 simultaneously. In other words, the 
term TASAR module 12 is considered to be quite broad. 	 present invention is not intended to be limited solely to two 
Within the context of the present invention, the TASAR mod- 	 aircraft 14, 22. As noted above, the aircraft 14, 22 are not 
ule 12 encompasses components and/or software that facili- 	 intended to cooperate with one another. However, it is con- 
tate the formation of optimal and conflict-free trajectory 40 templated in a future embodiment that the aircraft might 
requests, the details of which are provided below. 	 cooperate with one another. This future embodiment also is 
With respect to the TAP module 18, it is noted that this 	 contemplated to fall within the scope of the present invention. 
module is contemplated to be a combination of hardware and 
	
In the illustration provided in FIG. 2, a ground tower 26 is 
software that receives input and calculates trajectories for the 	 shown. In one embodiment, the ground tower 26 may be a 
aircraft 14. Because the TAP module 18 is contemplated to be 45 TIS-B transmitter that provides traffic surveillance informa- 
a combination of hardware and software that executes code 	 tion regarding several aircraft, including the aircraft 14, 22. 
(i.e., instructions and algorithms) on a suitable processor, the 	 The ground tower 26 communicates with the aircraft 14, 22 
TAP module 18 combines both hardware and software so that 	 via wireless, ground-to-air communication channels 28, 30. 
it may perform the requisite calculations. In other words, the 	 With respect to the wireless communication channels 24, 
TAP module 18 may be coded into a semiconductor compo-  50 28, 30, it is contemplated that the communications will be via 
nent (i.e., a PROM or EPROM (including one or both of 	 suitable, two-way radio communications. The mode of the 
volatile and/or non-volatile memory)) without departing 	 communications may be analog, digital, or any suitable vari- 
from the scope of the present invention. 	 ant. While radio waves are contemplated for the present 
It is noted that, because the TAP module 18 is considered to 	 invention, any other electromagnetic radiation modes may be 
combine both hardware and software, the TAP module 18 55 employed without departing from the scope of the present 
may be a portable device that may be brought on board the 	 invention. For example, light with a wavelength greater (or 
aircraft 14 by a member of the flight crew. Portability, how- 	 less than) that of radio waves may be employed without 
ever, is not required to practice the present invention. More- 	 departing from the scope of the present invention. 
over, portability may not be possible due to constraints for 	 FIG. 3 is a graphical illustration of one contemplated 
aircraft certification that are imposed by the Federal Aviation 60 embodiment of the TASAR installation 10 consistent with the 
Administration ("FAA") or equivalent regulatory agencies 	 overview that is generally designated in FIG. 1. In this 
worldwide. 	 embodiment, the TASAR module 12 is located on the aircraft 
In the embodiment illustrated in FIG. 1, the ASC module 	 14. The TASAR module 12 includes the TAP module 18, 
20 should be understood to include a receiver 16 and a trans- 	 which houses the TAP application 30. 
mitter, both of which cooperate to facilitate communication 65 As should be apparent from FIG. 3, the ASC module 20 
and surveillance. This permits theASC module 20 to send and 	 also is considered to be a part of the TASAR module 12. Here, 
receive data and pertinent information. 	 the ASC module 20 is connected to and communicates with 
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the TAP module 18 via a communication channel 32. The 	 embodiment is considered to be beneficial for at least one 
TAP module 18 also may receive data and information from 	 reason. Specifically, if a CDTI is omitted from the operation 
other, internal inputs 34 via a communication channel 36. 	 of the present invention, the present invention may be pro- 
Finally, the TAP module 18 may receive data and information 	 vided on an aircraft 14 without the need for certification and 
from other, external inputs 38 via one or more communication 5 associated cost issues that are common with displaying traffic 
channels 40, 41. 	 information in the cockpit. In this embodiment, rather than 
So that the pilot may have access to the information gen- 	 the pilot interpreting a traffic display, the surveillance data 
erated by the TAP module 18, a display 42 is connected to the 	 may be provided to other automation equipment available on 
TASAR module 12 (or, alternatively, directly to the TAP 	 the aircraft 14, which in turn supports the pilot in formulating 
module 18) via a communication channel 44. The display 42 io conflict-free requests. Thus, at least with respect to this 
may be a suitable optical display, such as a monitor. Alterna- 	 embodiment, the present invention supports early and low- 
tively, the display 42 may be auditory only, such as vocal 	 cost adoption on platforms not normally approved for traffic 
information (i.e., provided by a speech synthesizer within the 	 display, such as Class 2 Electronic Flight Bags ("EFBs"). 
TASAR module 12) so that the information from the TASAR 	 In a further contemplated embodiment, which is illustrated 
module 12 is conveyed to the flight crew via speakers, head-  15 in FIG. 4, the ASC module 20 is external to the aircraft 14. In 
sets, or the like. 	 this embodiment, the TAP module 18 is located on the aircraft 
It is also contemplated that the display 42 is a two-way 	 14. The ASC module 20 is located at a ground-based station. 
display 42. In this configuration, the display 42 not only 	 As should be apparent, therefore, the TASAR module 12 is 
provides visual information but also functions as an input 	 not disposed, as a single unit, onboard the aircraft 14. Instead, 
device. Specifically, the display 42 incorporates a touch-sen-  20 the TASAR module 12 benefits from a distributed architec- 
sitive surface so that the pilot (or flight crew member) may 	 ture, as illustrated. In this embodiment, the communication 
input data via the display 42 in addition to receiving visual 	 channels 32, 40, 41 are wireless, as should be apparent. 
information via the display 42. 	 In still a further contemplated embodiment, the display 42 
With further reference to the display 42, it is noted that the 	 may be incorporated into the TAP module 18. This embodi- 
pilot may have access to a separate input device (i.e., the pilot 25 ment is illustrated in FIG. 5. 
input interface 54 shown in FIG. 9) for providing flight infor- 	 FIG. 6 illustrates a further contemplated embodiment of 
mation and flight parameters to an onboard computer, such as 	 the present invention. In FIG. 6, a receiver 16 is illustrated on 
a Flight Management System 56 (also referred to as a "FMS" 	 the aircraft 14. In this embodiment, the ASC module 20 
56 and shown in FIG. 9.) As should be apparent, therefore, the 	 transmits information to the aircraft 14. The data is received 
display 42 may be a convenient vehicle for consolidation of 3o by the receiver 16 and then provided to the TAP module 18 via 
all pilot input. Alternatively, the display 42 may simply pro- 	 the communication line 33. In this embodiment, the display 
vide a separate and independent platform for the pilot input 	 42 also is a part of the TAP module 18. 
interface 54. 	 FIG. 7 illustrates yet another contemplated embodiment of 
With continued reference to FIG. 3, it is noted that each of 	 the present invention. Here, the ASC module 20 has been 
the communication channels 32, 36, 44 are contemplated to 35 divided into two components, the surveillance module 23 and 
be two-way communication channels. As should be apparent 	 the communications module 25. Unlike the embodiment 
to those skilled in the art, two-way communication channels 	 illustrated in FIG. 1, the communications module 25 is 
may not be required. As such, a one-way communication 	 onboard the aircraft 14 while the surveillance module 25 is 
channel may be employed without departing from the scope 	 not. 
of the present invention. Alternatively, multiple one-way 40 As should be apparent from the embodiments that are 
communication channels may be employed without depart- 	 illustrated in FIGS. 3-8, and as should be apparent from the 
ing from the scope of the present invention. Still further, the 	 discussion provided herein, the present invention may be 
individual devices may communicate with each other via a 	 embodied in any of a number of different arrangements of 
suitable data bus or a suitable alternative. In other words, the 	 components. The different variations, in addition to those that 
exact connections between the devices and the TAP module 45 become apparent to those skilled in the art based on the 
18 are not critical to the operation of the present invention. 	 specific embodiments illustrated and described, also as 
As also depicted in FIGS. 3-8, the external inputs 38 may 	 intended to be encompassed by the present invention. In other 
provide information via a wireless communication channel 	 words, as noted above, the embodiments described herein are 
41. The information from the external inputs 38, therefore, 	 intended to be exemplary of the scope of the present invention 
may travel via one or both of the communication channels 40, 5o and not limiting of the present invention. 
41 for input to the TAP module 18. The external inputs 38 may 	 With respect to FIG. 8, it is noted that the most basic 
include information from the ground tower 26 and provide 	 arrangement of components for a TASAR installation 10 
data from a TIS-B, among other data inputs, for example. 	 includes the TAP module 18, the receiver 16, and the internal 
It is noted that the communication channels 32, 36, 44 are 	 inputs 34. The TAP module 18 houses the TAP application 30. 
contemplated to be wired connections, since the ASC module 55 The receiver 16 receives information surveillance relevant to 
20, the internal inputs 34, and the display 42 are all internal to 	 a proximate aircraft 22 (such as data from external inputs 38). 
the aircraft 14. The communication channels 40, 41 are con- 	 The receiver 16 then provides that information to the TAP 
sidered to be wireless communication channels, since the 	 module 18. Separately, the internal inputs 34 provide infor- 
external inputs 38 are external to the aircraft 14. As should be 	 mation regarding the flight path of the aircraft 14. The TAP 
apparent to those skilled in the art, any one of the communi-  6o application 30 then processes the information about the 
cation channels 32, 36, 44 also may be wireless without 	 proximate aircraft 22 and the aircraft 14 to suggest a trajec- 
departing from the scope of the present invention. 	 tory that may be acceptable to ATC. 
As noted above, it is contemplated for one embodiment of 
	
Other arrangements of components are contemplated, as 
the present invention that the information from the TAP mod- 	 discussed in connection with FIGS. 3-8. Moreover, any one 
ule 18 will not require a display 42 to provide traffic infor-  65 component from FIGS. 3-8 may be added to the basic con- 
mation to the flight crew. Such a display 42 is referred to in the 	 struction provided by FIG. 8, thereby defining further varia- 
art as a cockpit display of traffic information or "CDTI." This 	 tions thereof. 
US 8,977,482 B2 
13 
	
14 
As already discussed, one purpose of the present invention 	 encompass any of a number of input devices that are available 
is to advise the pilot of possible trajectory changes that might 	 to the pilot. The pilot input interface 54, therefore, is not 
be beneficial to the flight and also that may be likely to 	 considered as being limited to any one particular input device. 
increase the probability of ATC approval of pilot-initiated 
	
While not illustrated in FIG. 9, it is contemplated that 
trajectory change requests, thereby increasing the portion of 5 further internal inputs 34 may be connected to the TAP mod- 
the flight flown on or near a desired trajectory (e.g., fuel 	 ule 18. For example, the TAP module 18 may receive and 
efficiency, minimum flight time, low turbulence, etc.). For 	 make use of information from a plurality of onboard sensors 
purposes of the discussion that follows, the aircraft 14 on 	 and computed information. Sensor and, computed informa- 
which a particular pilot and/or flight crew is stationed is 	 tion available through standard aircraft communications 
referred to as "the ownship" to distinguish that aircraft 14 io architectures includes, but is not limited to, air speed, ground 
from other aircraft (i.e., traffic aircraft 22) in the vicinity of 	 speed, ambient conditions around the ownship 14, engine 
the ownship 14. 	 parameters, fuel on board, and aircraft systems health, etc. In 
As noted above, traffic surveillance information with 	 this regard, there are a number of attributes about the current 
respect to nearby aircraft 22 is received by the TAP module 18 	 condition and operation of the ownship 14 that may be rel- 
on the ownship 14. The TAP module 18 includes an onboard 15 evantto calculations performed by the TAP application 30. As 
software application (the "Traffic Aware Planner" or "TAP" 	 such, the depiction of specific internal inputs 34 in FIG. 6 
application 30), which processes the surveillance information 	 should not be considered as limiting of the present invention. 
and performs conflict probing of possible changes to the 	 With respect to the external inputs 38 depicted in FIG. 10, 
trajectory for the ownship 14. In addition to surveillance 	 it is noted that a TIS-B may provide relevant traffic informa- 
information, the TAP application 30 also may process other 20 tion to the ownship 14 via the ground tower 26. Other infor- 
data including hazard data. 	 mation also may be provided from external sources via the 
FIG. 9 illustrates one contemplated embodiment of the 	 ground tower 26 or other transmitter. For example, the exter- 
different devices that may be connected to the TAP module 18 	 nal inputs 38 may include navigation (i.e., GPS) data via a 
to provide pertinent information thereto, as input for the TAP 	 navigation station or satellite 58, other relevant positional 
application 30. For example, the TAP application 30 may 25 data via a positional data station 60, data concerning weather 
receive input from one or more of the following devices that 	 conditions via a weather station 62, information concerning 
are available on the ownship 14: (1) onboard weather radar 	 constraints associated with the destination airport via an traf- 
46, (2) turbulence sensors 48, (3) terrain sensors 50, or (4) an 	 fic data station 64 (which provides information regarding the 
onboard database 52, which may include information rel- 	 status of the destination airport), and information about the 
evant to the performance characteristics of the ownship 14 as so flight conditions via an aircraft data station 66, for example. 
well as any pilot preferences (among other information). A 	 The navigation station or satellite 58 provides at least current 
pilot input interface 54 also may be provided. These devices 	 positional information about the location of the ownship 14 
46, 48, 50, 52, 54 are all considered as included in the internal 	 and/or traffic aircraft 22. The positional data station 60 pro- 
inputs 34 that are provided onboard the ownship 14. 	 vides positional and/or trajectory data regarding the location, 
The onboard database 52 may provide any number of dif-  35 direction, speed, and/or trajectory of the ownship 14 and/or 
ferent, relevant data. For example, the database 52 may pro- 	 traffic aircraft 22. The weather station 62 provides at least 
vide data concerning the airspace, among other variables. 	 current positional and/or trajectory information regarding 
Separately, the Flight Management System 56 may provide 	 convective weather, winds aloft, and turbulence proximate to 
information concerning, for example, route data for the own- 	 the ownship 14 and/or traffic aircraft 22. The traffic data 
ship 14, waypoint data, and aircraft situational data, to list a 40 station 64 provides data regarding the ground conditions at 
few examples. Aircraft situational data includes, but is not 	 the destination airport (or other airports proximate at least to 
limited to, current weight of the ownship 14, guidance state of 	 the ownship 14). The aircraft data station 66 provides infor- 
the ownship 14, and flight mode of the ownship 14. 	 mation about the flight conditions of the ownship 14 and/or 
The onboard weather radar 46 detects weather conditions 	 traffic aircraft 22 proximate to the ownship 14 that may be 
proximate to the ownship 14 and generates weather data that 45 relevant for the calculations performed by the TAP applica- 
may be used by the TAP application 30. Turbulence sensors 	 tion 30. While traffic, location, trajectory, and weather infor- 
48 detect the turbulence conditions experienced by the own- 	 mation are considered as the primary sources of the external 
ship 14 and generate turbulence data that is useable by the 	 inputs 38, the present invention should notbe considered to be 
TAP application 30 when calculating the optimal trajectory 	 limited thereto. 
for the ownship 14. It is noted that turbulence information 50 	 FIG. 10 also includes a corporate information module 67. 
also may be provided from one or more external inputs 38 
	
The corporate information module 67 is contemplated to 
(e.g., a weather station 62), as discussed below. The terrain 	 provide information to the ownship 14 that may be pertinent 
sensors 50 detect any pertinent ground features, such as 	 to the calculation of an optimal trajectory. For example, the 
mountains and buildings, and generate terrain data useable by 	 corporate headquarters (for the company that operates the 
the TAP application 30. 	 55 ownship 14) may designate that the ownship 14 is to arrive at 
The onboard database 52 stores data that may be taken into 	 the destination airport by a specified time. Separately, if a 
account by the TAP application 30. The onboard database 52 	 passenger is on board, for which a connection is required at 
may provide, for example, buffer data to indicate the appro- 	 the destination airport, the corporate information module 67 
priate distancing between aircraft 14, 22 in a particular air- 	 may send data so that the ownship 14 will arrive at the desti- 
space. The onboard database 52 also may include data such as 6o nation at an earlier time, thereby assuring that the passenger 
sector boundary data. 	 will be able to make the connecting flight. 
The pilot input interface 54 is contemplated to encompass 	 In addition, the corporate information module 67 may be 
one or more interfaces available to the pilot, co-pilot, and 	 utilized by ground personnel who work for the corporate 
flight crew through which crew-inputted data is made avail- 	 carrier. In this instance, the ground personnel may transmit a 
able to the TAP application 30. As discussed above, the pilot 65 proposed trajectory for use by the aircraft 14. Here, the 
input interface 54 may include the input functionality of the 	 ground personnel may upload a proposed trajectory change to 
display 42. Also, the pilot input interface 54 is intended to 	 the TAP module 18. The TAP module 18 may then suggest the 
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proposed trajectory change (assuming that there are no con- 	 Other considerations in the automated optimization of the 
flicts) to the pilot at a suitable time during the flight of the 	 TAP module 18 include avoiding known hazards, such as 
aircraft 14. 	 weather detected onboard or uplinked from a ground service, 
As should be apparent, the corporate information module 	 known turbulence, and terrain. The TAP application 30 may 
67 may provide any number of different types of information 5 produce recommendations to the pilot that simultaneously 
to the TAP module 18 to be incorporated into the calculations 	 consider the optimization goal, the traffic, the hazards, and 
performed by the TAP application 30. 	 the ownship performance, capabilities, and limitations. The 
As discussed in greater detail below, the TAP application 	 TAP application may be configured, for example, to produce 
30 is contemplated to operate in at least one of two modes of 	 a single most-optimal recommendation, a set of several alter- 
operation: (1) pilot-entered (i.e., manual mode) or (2) auto-  io natives, or a continuous range of maneuvers, as predeter- 
matically selected (i.e., automatic mode). Generally, in the 	 mined, selected, or requested. A list of available trajectory 
pilot-entered mode, the pilot is contemplated to select a par- 	 change options based on the pilot's pre-entered preferences 
ticular attribute for the ownship 14. For example, the pilot 	 would then be made available, on a continuous basis, for the 
may select fuel efficiency as the desired attribute either before 	 pilot's immediate use. 
or during the flight. If so, the TAP application 30 will optimize 15 	 In connection with the pilot-initiated and the automatic 
the trajectory of the ownship 14, taking into account the 	 modes of operation of the TAP module 18, it is contemplated 
pilot-specified attribute of fuel efficiency, while avoiding traf- 	 that the pilot may control these functions via a switch. Alter- 
fic conflicts. Generally, in the automatic mode, the TAP appli- 	 natively, the pilot may select the mode of operation via the 
cation 30 will seek to optimize one or more attributes that are 	 pilot input interface 54. Similarly, any preferences set by the 
not pilot-entered, but are pre-selected prior to flight. In this 20 pilot, such as threshold limits for being notified of optimal 
mode of operation, the TAP application 30 will seek out 	 trajectory opportunities, also may be provided via the pilot 
trajectory changes that optimize the pre-selected attributes 	 input interface 54. 
for the ownship 14. 	 In the mode of pilot-initiated use, the pilot makes manual 
As noted above, the TAP module 18 is connected to a 	 use of the TAP module 18 and its capabilities when a trajec- 
suitable cockpit display 42 so that information pertinent to the 25 tory change is desired, when a need is anticipated, or when the 
operation of the ownship 14 may be provided to the pilot. 	 pilot is preparing a request for a trajectory change to be made 
Such information may include the results of the conflict probe 	 at the opportune moment. In the pilot-initiated mode of opera- 
of a pilot-entered trajectory change, a trajectory change modi- 	 tion, the TAP application 30 does not inform the pilot of 
fication that avoids nearby traffic, a trajectory-change oppor- 	 potential trajectory opportunities. Instead, the pilot enters a 
tunity (or several alternatives or ranges of maneuvers) auto-  so desired trajectory change into the pilot proposed trajectory 
matically identified by the TAP application 30, the 	 change interface 57 (shown in FIG. 14). The TAP application 
incremental fuel saved or expended relative to the current 	 30 then calculates information for a suitable trajectory change 
trajectory, and other desired attributes of the trajectory 	 request and presents the information to the pilot via the dis- 
change. The pilot may then use this information when decid- 	 play 42. As noted above, the pilot input interface 54 and the 
ing to make a trajectory change request of ATC. The same 35 pilot proposed trajectory change interface 57 are contem- 
information also is anticipated to assist the pilot in what 	 plated to be separate interfaces. However, it is possible that 
trajectory change request to make. 	 the two may be combined into a single interface, such as that 
The TAP application 30 also may facilitate additional func- 	 provided by the display 42. 
tionalities. For example, the TAP application 30 may provide 	 Alternatively, the TAP module 18 may be connected to the 
the function of adjusting the trajectory change request to use 4o Flight Management System ("FMS") 56 onboard the own- 
named waypoints or other means to facilitate voice commu- 	 ship 14. This arrangement also is illustrated in FIG. 9. In 
nication of the request to an air traffic controller. This aspect 	 another embodiment, it is contemplated that the TAP module 
of the present invention contemplates that the TAP applica- 	 18 may be incorporated into the FMS 56. 
tion 30 will operate in airspace, on aircraft, or time frames 	 If the TAP module 18 is connected to the FMS 56, the FMS 
where a data link is not available for transmitting trajectory 45 56 may provide information to the TAP module 18 after 
change requests to ATC. Normal pilot procedures are then 	 receiving specific inputs from the pilot or the flight crew via 
used to issue the trajectory change request, and normal ATC 	 the pilot input interface 54 or other interface available to the 
procedures are used to approve or disapprove the request. As 	 flight crew. In particular, if the flight crew enters data into the 
should be apparent, therefore, the TAP module 18 imposes no 	 FMS 56 that would indicate that the flight crew is evaluating 
required changes with respect to controller procedures, 50 possible trajectory changes, the TAP application 30 may be 
equipment, or training. 	 programmed to respond to these inputs and provide suggested 
In the mode of automated monitoring for opportunities, the 	 trajectory information. As before, once triggered by inputs 
TAP module 18 is passive. As such, the TAP module 18, when 	 providedby the flight crew to the FMS 56 via typical interface 
in the automatic mode, does not require ongoing or repetitive 	 devices (i.e., the pilot input interface 54), the TAP application 
pilot action. The TAP application 30 automatically performs 55 30 evaluates potential traffic conflicts and other hazards. In 
a continuous assessment of opportunities for improving the 	 addition, as before, the TAP application 30 may be coded to 
performance of the flight according to any predetermined 	 compute variables associated with one or more attributes of 
goals and/or parameters specified by the pilot prior to or 	 the ownship 14, including fuel savings and expenditures. The 
during the flight. 	 results of the computations are provided to the pilot via the 
It is contemplated, for example, that the TAP application 6o display 42. If a probe or query by the flight crew results in the 
30, when in the automatic mode of operation, might calculate 	 indication of a conflicted route, the TAP application 30 may 
trajectories that maximize fuel efficiency. In this instance, the 	 provide a mechanism to compute a conflict-free modification 
pilot may specify, for instance, a threshold minimum 	 to the desired trajectory change. 
improvement (e.g., 100 lbs (45.4 kg) of fuel saved), which 	 The TAP application 30 produces a four-dimensional (41)) 
threshold is required to qualify as an identified opportunity 65 trajectory prediction for each known traffic aircraft 22. A 
worth bringing to the pilot's attention. Naturally, the trajec- 	 four-dimensional trajectory prediction includes the three spa- 
tory change must not conflict with known traffic 22. 	 tial axes (i.e., x, y, and z) and time (t). The TAP application 30 
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acquires traffic position and (if available) trajectory data from 
ASC module 20 on the other aircraft 22 as well as trajectory 
information from ground sources. As noted above, the TAP 
application 30 also may receive data from external inputs 38 
that relate to atmosphere/wind field information from third- 5 
party sources via internet or satellite broadcast services, for 
example. The TAP application 30 processes these data to 
maintain a dynamic record of all known aircraft 22, including 
the tracking of newly acquired aircraft 22, dropping of stale 
aircraft data when appropriate, and extrapolation of other io 
data, when necessary. The TAP application 30 fuses data from 
all, relevant available sources to obtain the highest fidelity 
information to construct or predict the future trajectory of 
each traffic aircraft 22. 
The TAP application 30 also correlates a trajectory for the 15 
ownship 14 and creates a 4D trajectory prediction from the 
aircraft's current state and intent. The TAP application 30 
uses the flight plan, guidance modes, and autoflight settings to 
determine the state, intent, and flight mode segments for the 
ownship 14. The TAP application 30 uses a performance 20 
model for the ownship 14 to predict its trajectory. The TAP 
application 30 integrates each flight mode segment and 
repeats this process throughout the relevant portion of the 
flight to determine the complete 4D trajectory for the ownship 
14. The process employed by the TAP application 30 incor- 25 
porates an atmosphere model (sensed or uploaded data and 
predictions of wind field and temperature) and aircraft-spe-
cific performance data. The TAP application 30 accounts for 
combinations of different lateral and vertical flight modes 
(e.g., lateral navigation from the FMS, but vertical navigation 30 
using pilot autoflight settings), predicted automated transi-
tions between modes, and monitors for changes of setting by 
the pilot. The TAP application 30 computes trajectory 
attributes, such as predicted fuel burn, for use as a baseline by 
the trajectory optimization function. The TAP application 30 35 
may receive atmosphere/wind field information from third-
party sources via airborne internet or satellite broadcast ser-
vices, as noted above. 
The TAP application 30 is contemplated to incorporate a 
number of separate modules, twelve of which are illustrated 40 
in FIG. 11. The individual modules are contemplated to be 
modules executable by software. However, any one or more 
of the modules may include a hardware component, as should 
be apparent to those skilled in the art. The twelve listed 
modules, which are discussed in greater detail include: (1) a 45 
trajectory calculation module 68, (2) a hazard assessment 
module 70, (3) a constraint evaluation module 72, (4) a tra-
jectory change module 74, (5) a conflict probe module 76, (6) 
a trajectory optimization module 78, (7) a trajectory change 
resolution module 80, (8) a voice request conversion module 50 
82, (9) a trajectory change acceptability module 84, (10) an 
opportunity availability module 86, (11) an ATC request ver-
biage module 88; and (12) a data fusion module 89. Still other 
modules may be included within the TAP application 30, as 
will be made apparent from the discussion that follows. In 55 
addition, any combination of modules may be implemented 
in the TAP application 30 without departing from the scope of 
the present invention. 
The trajectory calculation module 68 is discussed above in 
connection with the generation of a 4D model of the trajectory 60 
for the ownship 14 and/or proximate aircraft 22. The trajec-
tory calculation module 68 may receive, as input, data and 
information from the FMS 56 to calculate the trajectory for 
the ownship 14. The ASC modules 20 on proximate aircraft 
22 (or a TIS-B) provide data with respect to the proximate 65 
aircraft 22 so that a map of the trajectories for the aircraft 14, 
22 may be created.  
18 
The hazard assessment module 70 encompasses a subrou-
tine (or a component) that builds and maintains a model of the 
hazard areas within the range and scope of a selected trajec-
tory. Hazard areas include any regions of airspace that the 
ownship 14 must avoid or that the pilot prefers to avoid. 
Hazards may be static or may vary as a function of time. 
Sources of hazard area data may include onboard weather 
sensors (i.e., onboard weather radar 46) and predictors (i.e., 
onboard database 52), data-link weather information from 
third parties (provided as an external input 38), special use 
airspace restrictions as listed in the onboard database 52 (or 
received through a data link from an external input 38), and 
pilot-defined hazard areas inputted via the pilot input inter-
face 54. (It is noted that the pilot input interface 54 also may 
receive information regarding pilot-inputted constraints.) 
The data also may include descriptors of other airspace 
regions for selective use by the trajectory calculation module 
68 (or the trajectory optimization module 78 described 
below). Such descriptors include, but are not limited to high-
traffic-complexity/density region predictors. 
In the hazard assessment module 70, each area is specified 
in a numerical or geometric form, such as a polygon, with an 
associated hazard level indicating whether it represents a hard 
constraint (must be avoided) or soft constraint (prefer to avoid 
or minimize exposure). The hazard assessment module 70 
may provide the pilot the capability to manipulate the region, 
for example to increase or reduce the buffer around the actual 
hazard, among other possible manipulations. Hazards may 
include any of a number of different obstacles including 
mountains and buildings, etc., all of which typically are sur-
rounded by a defined safety buffer. 
The constraint evaluation module 72 is a software subrou-
tine that maintains and applies a database of constraints asso-
ciated with current ATC procedures for approving trajecto-
ries. The database may be part of the onboard database 52 or 
a separate database altogether. Examples of procedural con-
straint data may include sector boundary locations, inter-
sector or inter-center hand-off agreements (which specify, for 
example, what altitudes must be used for handing off air-
craft), airspace fixes reserved for holding patterns, and promi-
nent traffic flow directions. The constraints are used by the 
TAP application 30 functions that produce trajectories to 
ensure that the trajectory change requests do not run counter 
to standard procedures used by ATC. 
The trajectory change module 74 monitors pilot input 
devices (such as the FMS 56 and the pilot input interface 54) 
and produces a trajectory prediction corresponding with a 
proposed change in flight plan, flight mode, or autoflight 
setting. As noted above, the inputs may be provided through 
a pilot input interface 54 or, depending upon the degree of 
avionics integration, through pilot interaction with the FMS 
56 or other normal flight control interfaces. The trajectory 
change module 74 triggers operation of the trajectory calcu-
lation module 68, which calculates a 4D trajectory corre-
sponding to the pilot's provisional input. 
The conflict probe module 76 determines whether a 
selected trajectory will conflict with any traffic and/or hazard 
areas. The trajectories of the ownship 14 and other aircraft 22 
may include buffering methods to account for maintained 
from traffic or hazards. A conflict is indicated if the ownship 
14 (or its buffered location) is predicted to come within a 
specified lateral/vertical volume of any traffic aircraft 22 (or 
its buffered location) or breach the boundary of any hazard 
area. The conflict probe module 76 may be used with a single 
trajectory specified by the pilot for the ownship 14, multiple 
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trajectories specified by the trajectory optimization module 	 The pilot input interface 54 responds to modifications to the 
78, or a "sweep" of trajectory changes defining a range of 	 flight plan, cruise altitude, or tactical flight mode settings 
acceptable requests. 	 (heading, track, speed, and vertical speed), among other 
The trajectory optimization module 78 for the automated 	 attributes, associated with the trajectory for the ownship 14. 
mode of operation computes one or more trajectory changes, 5 	 The trajectory change acceptability module 84 is provided 
if available, that improve desired attributes (such as fuel effi- 	 to indicate to the pilot the results of the conflict probe, i.e., 
ciency) of the flight. The trajectory optimization module 78 	 whether a pilot-specified trajectory change is sufficiently free 
searches through a wide range of possible modifications to 	 of conflict that a trajectory change request could be made to 
the current trajectory, including different lateral route pat- 	 ATC. The trajectory change acceptability module 84 may be 
terns, cruise altitudes, and different speeds. Both immediate io deterministic (i.e., yes/no) or probabilistic (e.g., 85 percent 
and delayed maneuvers are considered. The trajectory opti- 	 estimated probability of ATC approval). The trajectory 
mization module 78 takes into account trajectory constraints, 	 change acceptability module 84 may direct the display 42 to 
including traffic, hazard areas, and crossing restrictions, 	 show, at a glance, a range of maneuvers that are likely to be 
returning only solutions that meet these constraints and pro- 	 acceptable to ATC. 
vide sufficient buffering as specified by user settings or pre-  15 	 An opportunity availability module 86 is provided to indi- 
determined parameters for the ownship 14. The trajectory 	 cate to the pilot the availability of one or more trajectory 
optimization module 78 computes desired attributes of the 	 optimization solutions which the pilot may consider request- 
trajectory, such as fuel burn, and seeks the optimal value of 	 ing of the ATC. The opportunity availability module 86 may 
these attributes while remaining conflict-free. The trajectory 	 include the estimated improvement in one or more desired 
optimization module 78 may optimize multiple objectives 20 attributes of the trajectory (e.g., fuel saved). Depending onthe 
through, for example, a weighted fitness function. 	 degree of avionics integration, the availability of air/ground 
A trajectory change resolution module 80 for the pilot- 	 data links, and other variables, the opportunity availability 
initiated mode of operation of the TAP module 18 (also 	 module 86 may include the ability to load the trajectory 
referred to herein as a manual mode) produces a modified 	 change request in a data link message for transmission to the 
trajectory based on the pilot-specified preferred trajectory 25 ATC and/or to load it in the FMS 56 for execution. 
that remains clear of traffic and hazards and is unlikely to be 	 An ATC request verbiage module 88 is provided to display 
seen by ATC as producing a conflict. In searching for resolu- 	 to the pilot the output of the voice request conversion module 
tion alternatives, the trajectory change resolution module 80 	 82. The ATC request verbiage module 88 displays, for 
may consider one or more degrees of freedom, such as verti- 	 example, the verbiage that facilitates ATC requests made over 
cal modifications to the desired altitude or climb/descent rate 30 the voice channel. The ATC request verbiage module 88 may 
and lateral modifications to the desired track angle or route. 	 include an estimate of the amount of time to speak the request, 
The trajectory change resolution module 80 computes desired 	 which the pilot may use to determine the appropriate time to 
attributes of the trajectory, such as fuel burn, and seeks the 	 make the request, given the level of frequency congestion. 
optimal value of these attributes while remaining conflict- 	 The data fusion module 89 operates to combine and inte- 
free. The trajectory change resolution module 80 may opti-  35 grate any data from multiple sources that represent the all or 
mize multiple objectives through, for example, a weighted 	 part of the same information. Data are provided to the TAP 
function. Variants of the trajectory change resolution module 	 module 19 via the internal inputs 34 and the external inputs 58 
80 may be employed with the present invention, each corre- 	 (or any other inputs). The data fusion module 89 takes into 
sponding to strategic flight modes (i.e., flight-plan based) and 	 account each different type of data and facilitates operation of 
tactical flight modes (i.e., pilot direct control of the autoflight 40 the TAP application 30, which takes the different types of data 
system). 	 into account. 
The voice request conversion module 82 adjusts the trajec- 	 The functional operation of the present invention will now 
tory change request to use named waypoints or other means to 	 be described in connection with one or more enumerated 
facilitate voice communication of the request to ATC. Using 	 embodiments. 
a database (i.e., onboard database 52) of defined waypoints, 45 	 Before delving into the particulars of the functional opera- 
navigation aids, or other shorthand conventions, the voice 	 tion of the TASAR module 12, reference is made to FIGS. 12 
request conversion module 82 seeks the nearest such points 	 and 13. 
that may be used to approximate the optimized or pilot- 	 FIG. 12 illustrates one contemplated operation of the 
selected trajectory change with minimal loss to the trajecto- 	 present invention. In this illustration, the TAP application 30 
ry's desired attributes. The voice request conversion module 5o determines that the ownship 14 may benefit (with respect to 
82 rechecks the trajectory for conflicts and only returns tra- 	 fuel efficiency). However, taking into account flight data from 
jectories that meet the original requirements. 	 the traffic aircraft 22, the TAP application 30 determines that 
As noted above, cockpit interface elements encompass 	 there is a conflict with the flight path of the aircraft 22 
elements such as the pilot input interface 54 and/or display 	 (whether the aircraft 22 is TASAR-equipped or not). There- 
42. The pilot input interface 54 is provided for the pilot to 55 fore, the TAP application 30 determines that a request made to 
specify and update, while in flight, the user preferences by 	 ATC to increase the altitude of the ownship 14 is likely to be 
which the TAP application 30 operates. Examples of prefer- 	 denied. The TAP application 30 then determines the greatest 
ences include the desired trajectory attributes for optimiza- 	 altitude increase for the ownship 14 that does not result in a 
tion (e.g., fuel efficiency), the thresholds of improvement that 	 conflict with traffic 22. This altitude change request is more 
warrant notifying the pilot, the rate at which automated opti-  60 likely to be granted. The requested change is the most optimal 
mization is attempted, the buffers to be applied around traffic 	 trajectory for the ownship 14 that the controller also deems 
and hazard areas, and the fidelity of voice request conversion 	 acceptable to fly, as indicted in FIG. 12. 
to be performed. 	 FIG. 13 illustrates the operation of the TASAR module 12 
The pilot input interface 54 may be dedicated to the TAP 	 to calculate a new route for the ownship 14 to avoid a flight 
module 18 or, depending on the degree of avionics integra-  65 conflict with traffic aircraft 22 and to avoid two illustrated 
tion, it may be implemented as a part of the FMS 56 and 	 weather hazards. In the example, TASAR-equipped aircraft 
respond to input provided to the FMS 56, as discussed above. 	 14 was on schedule prior to movement of convective weather 
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into its planned flight path. The aircraft was rerouted around 
the weather, and the extended path (initial route of 14) 
resulted in a delay in its predicted arrival over its next way-
point. The weather is slowly clearing out of the way, and the 
crew of the TASAR-equipped aircraft 14 would like to make 
up as much of this lost time as possible. There is traffic in 
proximity, and crossing traffic (22) constrains a simple direct-
to-fix replanning solution. The flight crew therefore uses TAP 
to compute a conflict-free, weather-avoiding, path that saves 
flight time. The new path (new route of 14) also saves fuel, but 
is optimized to save time based on TAP's pilot optimization 
preference inputs. As noted above and as discussed in greater 
detail below, the TAP module 18 takes into account a wide 
variety of different data to calculate the new route for the 
ownship 14. 
It is noted that the present invention contemplates that use 
of the TAP module 18 is completely optional. As should be 
apparent, the TAP application 30 is contemplated to provide 
only advisory information. In other words, the TAP module 
18 is not contemplated to take control of the ownship 14. The 
pilot remains the sole person authorized to make ATC 
requests, with or without assistance from the TAP module 18. 
The pilot procedure for the automatic mode of operation, 
encompassing automated monitoring for opportunities, will 
now be described. 
Pilot procedures for TASAR in the automatic mode of 
operation are mostly passive. The pilot activates the TAP 
application 30 in this mode for any segment of the flight 
where opportunity advisories are desired. For those segments 
where advisories are not desired, such as times when the pilot 
determines that no requests will be made (e.g., airspace is too 
congested), the pilot deactivates this mode of the TAP appli-
cation 30. Prior to activation, or at any time after activation, 
the pilot sets or updates the user preference settings. For 
example, the pilot may change the criteria for route optimi-
zation. During the flight, while the mode is active, the TAP 
application 30 periodically probes for trajectory opportuni-
ties. When one or more opportunities are identified that meet 
or exceed the criteria, the TAP application 30 notifies the pilot 
and displays the recommend trajectory change(s) and supple-
mental information to aid the pilot's decision (e.g., estimated 
flight time saved). The TAP application 30 displays verbiage 
to communicate the request expeditiously to ATC and, 
depending on the degree of avionics integration, provides the 
option to load the request into a data link message. Final 
procedures (specified below) are then followed. 
Pilot procedures for TASAR in the manual mode of opera-
tion are relatively passive, although depending on the degree 
of avionics integration, may involve data entry to the pilot 
proposed trajectory change interface 57 that provides input to 
the TAP application 30. During the flight, when the pilot 
identifies a need or desire to make a trajectory change request 
to ATC, the pilot uses the TAP application 30 to probe the 
desired change prior to making the request. The pilot enters 
the desired trajectory change either directly through the pilot 
proposed trajectory change interface 57 or through existing 
flight control systems of the aircraft that are monitored by the 
TAP application 30, such as the FMS 56. The TAP application 
30 probes the desired change for traffic conflicts and displays 
the results of the probe to the pilot. If a conflict is predicted on 
the desired trajectory change, the TAP application 30 com-
putes and displays one or more alternative modifications that 
meet user preference criteria. The TAP application 30 issues 
a signal to display (by the display 42) verbiage to communi-
cate the request expeditiously to ATC and, depending on the 
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degree of avionics integration, provides the option to load the 
request into a data link message. Final procedures (specified 
below) are then followed. 
Final pilot procedures for automatic and manual modes of 
5 operation are now described. 
Once the preceding procedures are complete, the pilot then 
uses normal procedures (voice or data link) to make the 
trajectory change request to ATC, including determining the 
appropriate time to make the request. The pilot is not obli- 
io gated to make the request as specified by the TAP application 
3 0, nor make any request at all. The information from the TAP 
application 30 is contemplated to be advisory only. When a 
request to ATC is made, no reference to the TAP application 
30 or the TASAR module 12 is required, since no special 
15 consideration by ATC is being requested. The pilot proceeds 
as instructed by ATC's response. 
Alternate embodiments of the present invention, as dis-
cussed above, will now be discussed. 
The TAP application 30 is contemplated to be a tool for 
20 pilots and, therefore, is likely to be located in the cockpit. 
Several embodiments of this cockpit integration are contem-
plated, most involving an existing or a new platform, such as 
an Electronic Flight Bag ("EFB"), to host the TASAR module 
12. 
25 	 A Class 1 FEB is now described in connection with the 
present invention. In its simplest form, the TAP application 30 
may be hosted on a Class 1 FEB. A Class 1 FEB is a stand-
alone platform not integrated with aircraft systems (other 
than power). ADS-B data and ownship position may be com- 
30 municated to the Class 1 FEB over a wireless network, and 
additional information from ground sources such as Nexrad 
weather data and supplemental traffic information may simi-
larly be acquired using airborne internet access. The minimal 
certification level of Class 1 EFBs makes this the lowest cost 
35 option to provide TAP modules 18 to aircraft 14, 22. How-
ever, the benefits associated with the TAP module 18 are 
likely to be minimal given the lack of interaction with the 
aircraft's flight plan and flight control interfaces. 
Implementation of the TAP module 18 with a Class 2 FEB 
40 permits the TAP application 30 to have direct, read-only 
access to data from the aircraft's systems, such as the FMS 56 
and associated flight control interfaces. Since the Class 2 FEB 
is physically mounted in the cockpit, access by the pilot is 
more convenient. Therefore, the TAP application 30 is more 
45 likely to be used and provide benefit to the ownship 14. In thi s 
configuration, the TAP module 18 has access to aircraft sys-
tem data, such as the aircraft's flight plan. Access to this data 
is contemplated to enhance significantly the ability of the 
TAP module 18 to optimize the route of flight. Moreover, 
50 Class 2 EFBs are generally a suitable economic choice, given 
their relatively low certification level. 
The third option for the TAP module 18 is to host the TAP 
application 30 on a Class 3 FEB, or equivalently, integrate the 
TAP application 30 capabilities fully into an existing aircraft 
55 system such as the FMS 56. The advantage of full integration 
is the ability to send trajectory solutions generatedby the TAP 
application 30 back to the aircraft system to data link to ATC 
and for loading the solutions directly into the FMS 56 and/or 
placement on forward-field-of-view displays. This connec- 
60 tion to aircraft systems would significantly increase the ben-
efits provided by the TAP module 18 by making available to 
the pilot a far more diverse and flexible set of trajectory 
change options. These may include complex reroutes, multi-
step altitude changes, and combined maneuvers. Given the 
65 high certification level of integrated avionics, including Class 
3 EFBs, this option is anticipated to be the most expensive 
option. 
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The following peripheral equipment is contemplated to be 
supportive of the TAP module 18. 
A source of real-time traffic surveillance information may 
be required for operation of the TAP module 18, as discussed 
above. If so, the primary source of real-time traffic surveil-
lance information is expected to be the ASC module 20, 
providing position information directly from the onboard 
systems of nearby aircraft 22. In addition to the ASC module 
20, the TAP module 18 may operate using ground sources of 
traffic surveillance information, received through TIS-B, or 
from third-party sources via airborne internet or satellite 
broadcast services. The information is supplied to the appli-
cation processor aboard the physical host of the TAP appli-
cation 30. 
The TAP application 30, when implemented as software, 
requires a physical host, most likely an FEB or other existing 
cockpit system, as discussed above. The FEB contains the 
application processor for the TAP application 30, and it pro-
vides a pilot interface for entering preferences, receiving 
notices, and viewing results. The TAP application 30 requires 
access to a current navigation database, such as the onboard 
database 52. If the FEB is Class 2 or 3, a connection to the 
aircraft's other avionics systems should be provided by the 
FEB installation, as should be apparent to those skilled in the 
art. 
The TAP module 18 is not contemplated to provide a 
safety-critical function, nor is it expected to affect the safety 
of the flight. It is contemplated that pilots will rely on the TAP 
module 18 to make more informed trajectory change requests 
to ATC. However, the safety of the trajectory change with 
respect to traffic aircraft 22 remains entirely with ATC. The 
TAP module 18 is not contemplated to provide new authori-
zation for the pilot to act without ATC approval. Since no 
operational credit is expected from the TAP module 18, 
operation of the TAP module 18 should not result in the 
aircraft flying trajectories it wouldn't otherwise already be 
authorized to fly. Even in Class 3 implementations, the TAP 
application would not be expected to fly the aircraft 14, 22. 
Rather, the TAP application 30 will merely supply an ATC-
and-pilot approved trajectory to the FMS 56, and the existing 
capabilities under control of the pilot would follow the new 
trajectory. 
The TAP application 30 is contemplated to rely on a navi-
gation database, such as the onboard database 52. The TAP 
application also is contemplated to require periodic updates 
to maintain current information. These updates may be pro-
vided on the same schedule as those used for primary navi-
gation. 
The operational performance of the TAP module 18 may 
benefit from access to additional sources of information that 
affect ATC acceptance of trajectory requests. An example 
may be a database of ATC sector boundaries and handoff 
agreements (e.g., aircraft must transition between sectors at a 
certain altitude). As these requirements change over time, 
periodic updates are expected to be required. 
One desirable aspect of the TAP module 18 is the use of the 
ASC module 16 and the surveillance data available on board 
the aircraft 14, 22. This includes the use of theASC module 16 
for aircraft-specific performance-based trajectory optimiza-
tion to enhance current-day operations with: (a) no changes to 
ATC procedures or equipment, (b) no requirement to display 
traffic aircraft to the pilot, and (c) correspondingly low certi-
fication requirements and, therefore, cost. The TAP applica-
tion 30 is also unique in that it benefits each equipped aircraft 
14, 22. However, as should be apparent from the foregoing, it 
is not necessary for other aircraft 22 to be equipped with a 
TAP module 18, because the ownship 14 may receive perti- 
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nent data from external sources 38 for operation of the TAP 
module 18. The TAP module 18 takes advantage of the grow-
ing availability of broadcasts from ASC modules 16, supple-
mented by other ground-based sources of traffic data, as well 
5 as unique on board sources of information such as weather 
radar, flight control settings, and real-time weight and balance 
not available outside the aircraft 14, 22. 
One desirable aspect of the present invention is that the 
TAP application 30 is easily tailored to the particular optimi-
zation objectives of each flight and may be used as often or 
seldom as the pilot chooses. As experience with the TAP 
module 18 develops for a particular type of operation, highly 
customized versions of the TAP application 30 may be cre- 
15 ated, and the capabilities and installation schedule need not be 
synchronized across different operators, as would be the case 
for ground-based flight optimization tools. 
Reference is now made to FIG. 14, which provides an 
overview of one contemplated embodiment of the present 
20 invention. The overview provided in FIG. 14 illustrates the 
interaction of the various components described above. 
As illustrated in FIG. 14, input from aircraft systems pilot 
input devices 55 is provided to the trajectory change input 
processing module 74 in the form of changes to the flight 
25 plan, flight mode, and autoflight setting, among other param-
eters. Input from the FMS 56 also is received by the trajectory 
change input processing module 74 in the form of active flight 
plan data, flight mode data, autoflight settings, and ambient 
conditions, among other data parameters. The trajectory 
30 change input processing module 74 also interfaces with the 
trajectory calculation module 68, whichprovides information 
concerning the trajectory of the ownship 14. Also, input from 
the proposed trajectory change interface 57 is provided to the 
trajectory change input processing module 74 in the form of 
35 desired trajectory changes of the type inputted by the pilot in 
the manual mode of operation. 
Output from the trajectory change module 74 is then pro-
vided to the ownship trajectory optimization module 79 in the 
form of, inter alia, active ownship 4D trajectory data and 
4o desired ownship 4D trajectory data (in the manual mode of 
operation), among other parameters. The ownship trajectory 
optimization module 79 is contemplated to combine the tra-
jectory optimization module 78 and the trajectory change 
resolution module 80. 
45 	 As illustrated in FIG. 14, the ownship trajectory optimiza- 
tion module 79 receives input from a variety of different 
sources. For example, the pilot input interface 54 provides, as 
input, pilot preference information. The traj ectory calculation 
module 68 provides, as input, trajectories of aircraft traffic 22, 
50 specifically 4D traffic trajectories. The hazard assessment 
module 70 provides, as input, information regarding 4D air-
space volumes to avoid. The trajectory calculation module 68 
also provides trajectory information regarding the trajectory 
of the ownship 14. The conflict probe module 76 provides 
55 input in the form of conflict probes, as discussed above. The 
constraint evaluation module 72 provides input in the form of 
procedural constraints. In addition, the voice request conver-
sion module 82 provides input regarding voice request con-
version. 
60 	 The trajectory optimization module 78 outputs data in the 
form of 4D trajectory change advisory information. The tra-
jectory change advisory information is provided, as input, to 
the pilot advisory interface, such as the display 42. The dis-
play 42, then provides to the pilot the output in the form of 
65 trajectory change acceptability assessment and indication 
information 84, opportunity available indication information 
86, and ATC request verbiage construction information 88. 
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As should be apparent, the overview providedby FIG. 14 is 
but one contemplated embodiment of the present invention 
and is not intended to be limiting of the present invention. 
FIGS. 15 -18 illustrate one method of the present invention, 
which is now described. 
With reference to FIG. 15, the method 90 of the present 
invention begins at a start 92. 
From the start 92, the method 90 proceeds to step 94, where 
the method 90 receives ownship flight plan, flight mode, 
weight, and thrust limit information, among other informa-
tion. The data received at step 94 is contemplated to be 
received from one or both of the internal inputs 34 and the 
external inputs 38, as discussed above. 
The method 90 then proceeds to step 96, where the method 
receives 4D trajectory estimates for all known traffic aircraft 
22. In step 96, for each traffic aircraft 22, the trajectory esti-
mate may consist of current positions and future waypoints of 
the traffic aircraft 22. Specifically, latitude, longitude, alti-
tude, and times of arrival for the traffic aircraft 22 may be 
provided. It is assumed that the traffic aircraft 22 fly in a 
straight line between the waypoints. However, variations in 
the flight paths (i.e., accurate flight path variations) for the 
traffic aircraft 22 also may be taken into account. 
From step 96, the method 90 proceeds to step 98, where the 
method 90 receives data regarding 4D volumes to avoid. The 
4D volumes to avoid include, but are not limited to 4D spatial 
volumes associated with hazards, for example. With respect 
to the 4D spatial volumes, each volume is defined generally as 
a two dimensional polygon having upper and lower altitude 
boundaries. The 4D spatial volumes may be more complex, as 
they may include multiple volumes that are connected to (or 
associated with) one another. 
The method 90 then proceeds to step 100, where the 
method 90 receives 4D wind predictions (including no wind 
predictions, which are treated as zero for purposes of the 
calculations). In association with step 100, the 4D wind pre-
dictions may encompass a three dimensional gridded map of 
wind vectors (i.e., velocity and direction) for each point in 
time. 
The method then proceeds to step 104. For purposes of 
illustration, the connector 102 is provided in FIG. 15. The 
connector 102 is merely a connector between the portion of 
the method 90 illustrated in FIG. 15 and the continuation of 
the method 90 provided in FIG. 16. 
With reference to FIG. 16, the method 90 continues at step 
104. In step 104, the method receives 4D external constraints 
(if any) fromATC, the company operating for the ownship 14, 
and any procedural constraints (i.e., the ownship shall not 
approach a traffic aircraft 22 closer than a predetermined 
distance). One example of an ATC constraint encompasses a 
required speed and altitude at a fixed arrival point in the path 
of the ownship 14. 
The method 90 then proceeds to step 106. At step 106, the 
method 90 calculates the trajectory of the ownship 14 using 
models of the airframe performance, engine performance, 
wind fields, and pilot-selected guidance variables, among 
other variables. Suitable external trajectory constraints are 
taken into account in step 106. This is a trajectory equivalent 
to the trajectory that the ownship's guidance system uses as a 
reference to guide the ownship 14 while in an automatic flight 
mode. One or more iterations may be employed at this step 
106 to generate a trajectory that complies with applicable 
constraints. 
The method 90 then proceeds to step 108. At step 108, the 
method 90 determines if optimization criteria are met. If 
optimization criteria are met, the method 90 outputs the opti- 
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mized, non-conflicting trajectory and ends at step 110. If the 
optimization criteria are not met, the method 90 proceeds to 
step 112. 
At step 112, the method 90 perturbs the trajectory of the 
5 ownship 14. The trajectory that is perturbed is the previous 
best trajectory for the ownship 14. In this step 112, it is 
contemplated to use a genetic algorithm approach to develop 
a generation of several perturbation trajectories based on the 
10 
parent trajectories. The genetic algorithm approach is but one 
contemplated approach to step 112 and should not be consid-
ered as limiting of the present invention. Other approaches, as 
should be apparent to those skilled in the art, may be 
employed without departing from the scope of the present 
15 invention. 
The method 90 then transitions, via the connector 114, to 
the next portion of the method that is illustrated in FIG. 17. 
With reference to FIG. 17, the method 90 proceeds from 
step 112 to step 116. At step 116, the method 90 adjusts the 
20 perturbed trajectory so that the perturbed trajectory is com-
patible with a voice request. This step 116 involves, inter alia, 
moving the trajectory change points to the nearest named fix, 
for example. 
The method 90 then proceeds to step 118. At step 118, the 
25 method 90 evaluates the perturbed trajectory for interference 
with conflicts. If there are conflicts, the method 90 returns to 
step 112. If there are no conflicts, the method 90 proceeds to 
step 120. 
At step 120, the method 90 determines if the perturbed 
30 trajectory is within the performance envelope of the ownship 
14. In other words, this step 120 asks if the ownship 14 is 
flyable along the perturbed trajectory. If the ownship 14 is not 
flyable along the perturbed trajectory, the method 90 returns 
35 to step 112. If the ownship 14 is flyable along the perturbed 
trajectory, the method 90 proceeds to step 124. As a matter of 
reference, the approach employed in this step 120 is contem-
plated to be the same approach applied in step 106. 
The connector 122 denotes the transition from FIG. 17 to 
40 FIG. 18. 
With reference to FIG. 18, the method 90 continues at step 
124. At step 124, the method 90 compares the perturbed 
trajectory to the previous best trajectory using an objective 
fitness function. Here, the pilot may select parameters of the 
45 fitness functionto choose what objectives are most important. 
For example, the pilot may select minimum fuel required or 
minimum flight time, among other parameters. 
The method 90 then proceeds to step 126. At step 126, the 
method 90 queries if the perturbed trajectory is superior to the 
50 previous best trajectory. If so, the method 90 proceeds to step 
128. If not, the method returns to step 108. 
At step 128, the method 90 sets the perturbed trajectory as 
the new best trajectory. Following step 128, the method 90 
55 returns to step 108. 
As should be apparent to those skilled in the art, there are 
numerous variations of the method 90 that may be employed. 
Those variations are intended to fall within the scope of the 
present invention. 
60 
	
As shouldbe apparent fromthe foregoing, various embodi- 
ments of the present invention have been described. These 
embodiments are intended to be illustrative of the present 
invention and not limiting thereof. To the contrary, those 
skilled in the art should appreciate variations and equivalents 
65 of the embodiments described herein. Those variations and 
equivalents are intended to be encompassed by the present 
patent application. 
US 8,977,482 B2 
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What is claimed as new and desired to be secured by 
Letters Patent of the United States is: 
1. An apparatus for generating at least one fiightoptimizing 
trajectory for a first aircraft, comprising: 
• receiver at least capable of receiving second trajectory 
information associated with at least one second aircraft; 
• traffic aware planner (TAP) module operably connected 
to the receiver to receive the second trajectory informa-
tion; 
at least one internal input device operably connected to the 
TAP module on board the first aircraft to provide first 
trajectory information associated with the first aircraft; 
and 
a TAP application capable of calculating an optimal trajec-
tory for the first aircraft based at least on the first traj ec-
tory information and the second trajectory information, 
wherein the optimal trajectory at least avoids conflicts 
between the first trajectory information and the second 
trajectory information. 
2. The apparatus of claim 1, further comprising an aircraft 
surveillance and communication (ASC) module in commu-
nication with the TAP module, wherein the receiver is incor-
porated into the ASC module. 
3. The apparatus of claim 1, wherein the ASC module is 
disposed on the first aircraft. 
4. The apparatus of claim 1, wherein the TAP module is 
disposed on the first aircraft. 
5. The apparatus of claim 1, wherein both the ASC module 
and the TAP module are disposed on the first aircraft. 
6. The apparatus of claim 1, wherein the ASC module 
comprises automatic dependent surveillance broadcast 
(ADS-B) module. 
7. The apparatus of claim 1, further comprising a transmit-
ter, permitting transmission of first trajectory information 
associated with the first aircraft. 
8. The apparatus of claim 7, wherein the transmitter is 
integral with the ASC module. 
9. The apparatus of claim 1, wherein the at least one inter-
nal input device is selected from the group consisting of an 
onboard weather radar, a turbulence sensor, an onboard ter-
rain sensor, an onboard database, a pilot input interface, and a 
flight management system. 
10. The apparatus of claim 1, further comprising at least 
one external input device operably connected to the TAP 
module. 
11. The apparatus of claim 10, wherein the at least one 
external input device is selected from a group comprising a 
global positioning system (GPS) station, a OPS satellite, a 
positional data station, a weather station, an traffic data sta-
tion, an aircraft data station, and a corporate information 
module. 
12. The apparatus of claim 1, wherein the TAP module 
comprises at least one selected from the group consisting of a 
trajectory calculation module, a hazard assessment module, a 
constraint evaluation module, a trajectory change module, a 
conflict probe module, a trajectory optimization module, a 
trajectory change resolution module, a voice request conver-
sion module, a trajectory acceptability module, an opportu-
nity availability module, an ATC request verbiage module, 
and a data fusion module. 
13. A method for generating at least one flight optimizing, 
trajectory for a first aircraft, comprising: 
(1) inputting an optimization criteria for the first aircraft 
into a traffic aware planner (TAP) application housed in 
a TAP module; 
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(2) receiving flight data for the first aircraft with at least one 
internal input device operably connected to the TAP 
module; 
(3) receiving one or more of the following data with at least 
5 one external input device operably connected to the TAP 
module: at least one four dimensional (4D) trajectory 
estimate for at least one second aircraft; at least one 4D 
volume to avoid by the first aircraft; at least one 4D wind 
prediction; and/or at least one 4D external constraint; 
(4) calculating and generating the at least one flight opti- 
c 0 mizing trajectory for the first aircraft with the TAP appli-
cation based on the optimization criteria and the data 
received in steps (2) and (3). 
14. The method of claim 13, wherein the flight data com-
prises at least one selected from the group consisting of flight 
plan data, flight mode data, guidance mode data, weight, and 
i5 thrust limits for the first aircraft. 
15. The method of claim 13, wherein the at least one 4D 
trajectory estimate comprises a plurality of 4D trajectory 
estimates, one for each second aircraft. 
16. The method of claim 13, wherein the 4D volume to 
20 avoid comprises a plurality of 4D volumes to avoid. 
17. The method of claim 16, wherein the plurality of 4D 
volumes to avoid comprise at least weather. 
18. The method of claim 13, wherein the at least one 4D 
external constraint comprises at least one selected from the 
25 group consisting of an external constraint from air traffic 
control, an external constraint imposed by the carrier for the 
first aircraft, and an external procedural constraint. 
19. The method of claim 13, wherein the optimization 
criteria comprises at least one of fuel efficiency of the first 
aircraft and minimum travel time to destination. 
30 	 20. The method of claim 13, further comprising, if optimi- 
zation criteria are not met: 
(5) perturbing a previous best trajectory for the first aircraft 
to generate a perturbed trajectory for the first aircraft; 
(6) adjusting the perturbed trajectory to be compatible with 
35 	 at least one voice request; 
(7) evaluating the perturbed trajectory to determine if con-
flicts with the perturbed trajectory exist; 
(8) if conflicts with the perturbed trajectory exist, returning 
to step (5). 
40 	 21. The method of claim 20, further comprising, if conflicts 
with the perturbed trajectory do not exist: 
(9) determining if the perturbed trajectory is within an 
operational envelope of the first aircraft; 
(10) if the perturbed trajectory is not within the operational 
45 	 envelope of the first aircraft, returning to step (5). 
22. The method of claim 21, further comprising, if the 
perturbed trajectory is within the operational envelope of the 
first aircraft; 
(11) comparing the perturbed trajectory to the previous 
best trajectory for the first aircraft; 
50 	 (12) determining if the perturbed trajectory is superior to 
the previous best trajectory; and 
(13) if the perturbed trajectory is not superior to the previ-
ous best trajectory, returning to step (5). 
23. The method of claim 22, wherein the comparison of the 
55 perturbed trajectory to the previous best trajectory for the first 
aircraft is performed using a fitness function. 
24. The method of claim 22, further comprising, if the 
perturbed trajectory is superior to the trajectory or the previ-
ous best trajectory: 
60 	 (14) setting the perturbed trajectory as the best trajectory; 
and 
(15) returning to step (5). 
